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A_LETTER TO ALL MEMBERS 


Three years ago, during my previous term of Office as Federal 
President, I was able, by courtesy of the then Editor of our Magazine, 
Adrian Garrett, to write to you all on matters then affecting the future 
development of the Club, and in particular on the subject of admitting 
owners of Bentley cars as Full Members. 


I am now writing to you again to thank you sincerely for the signal 
honour you have done me through your Delegates to the Federal Council, 
in electing me for a second term as Federal President. 


However, the main purpose of this letter is to advise you that I am 
now able to confirm the brief announcement which appeared in the Spring 
1964 Issue of the magazine regarding the much discussed "Bentley Question". 
The Amendment to the Constitution to extend Membership to owners of motor 
cars manufactured by Bentley Motors (1931) Ltd., in addition to owners of 
Rolls-Royce motor cars, has now been ratified by all Branches of the Club 
and is therefore now officially included in the Club's Constitution. This 
means that the owner of a Bentley is eligible to join our Club and enjoy 
all the benefits of Full Membership, except that he cannot stand for 
election to the highest Club Offices, and an upper limit is placed on the 
total number of Members who own a Bentley, but not a Rolls-Royce. 


As the originator of this solution to the problem of arriving at an 
acceptable method of opening our doors to owners of Bentleys, it naturally 
gives me great pleasure to be able to confirm this announcement. More 
important however, is the fact that I am convinced that this is the biggest 
single forward step our Club has taken, and one which cannot help but 
ensure its future vigorous growth. 


This satisfactory conclusion could not have been reached without the 
continued effort of a great many Members, to all of whom I feel we owe 
our gratitude. In particular, I would like to express my appreciation to 
those who, although not personally favouring the admittance of Bentleys, 
realised that the recommended Amendment was in the best interests of the 
Club and therefore voted in favour of it. 


In extending a welcome to all these friends of ours who are now Full 
Members, I suggest that the most sincere way of showing how welcome they 
are is for us all to ensure that no distinction exists, even in our own 
minds, between those of us who own Bentleys and those of us who own Rolls- 
Royces. 


In conclusion, I would mention that arrangements for the next Federal 
Rally to be held in Mildura in June, are well under way, and we are look- 


ing forward to a record attendance of Members, Rolls-Royces and Bentleys. 


G. Sandford-Morgan, Federal President. 
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THE RESTORATION OF A PHANTOM I 


Year 1926 

Engine No. U.055, Bore 44%" Stroke 54", 43 H.P. 
Chassis No. 101TC 

Coackwork Smith & Waddington, Sydney 


Contrary to all expectations this Rolls-Royce was not found ina 
stable or under a peppercorn tree; it was, in fact, found advertised in 
the Melbourne "Age" on 29th August 1962. 


After the normal differences of opinion as to value I took delivery 
a week later. In the meantime I had been informed by cable from England 
that this particular chassis had been purchased by a Mr. A.W. Whitney of 
Sydney and the original guarantee was issued on 10th September, 1926. 


Fortunately this car proved to be reasonably sound and quite drive- 
able so I took it to a friend who is a motor engineer and who is also 
very interested in Rolls-Royces of all ages. He was most enthusiastic 
as to the possibilities of mechanically restoring 101TC to Rolls-Royce 
standards and specifications and so work commenced. 


All wheels were removed, sandblasted, enamelled and new tyres and 
tubes fitted. All locking hubs were hard satin chromed, hubs removed and 
some splines built up inside and out. Brake drums machined, brake shoes 
reshaped and repaired and relined with heavy duty Ferodo linings. New 
shoes were fitted. 
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All wheel bearings were cleaned and the braking system and servo 
were dismantled and serviced throughout. 


The next item was the complete steering assembly which proved to be 
a big job but a job which should be undertaken on all such elderly ladies. 
The steering box was in first class condition, all tie rod ends were 
dismantled, serviced, adjusted and pinned. King pins and backing plates 
alsé6 received attention. 


We then started on the clutch and pressure plate assembly. The 
pressure plate was completely dismantled, machined, polished, springs 
tested and fingers straightened. New linings were fitted and when 
finally road tested we were delighted to find the operation "as original 
MODGum s 


We were now at the point of engine overhaul and I must admit to 
certain feelings of trepidation when all those bits and pieces started 
to mount up in the various boxes which lined the garage. 


The head was removed, valves stellited and machined, head tested 
under pressure for cracks, combustion chambers and ports polished. On 
removing the sump we expected 
to find a certain amount of 
sludge, however, this was 
not the case. Con rods and 
pistons were removed and 
boiled in a special cleaning 
fluid; the bore was measured 
, and found to be very good a 
slight honeing only being 
required. The pistons were 
measured and had to be spec- 
ially expanded to suit the 
honed bore. The actual ex- 
panding process is most 
interesting and well worth 
seeing if such an opportunity 
should arise. The ring 
grooves were altered slightly 
and a special set of rings 
manufactured to suit. 


The crankshaft was 
measured and found to be in 
good condition, however, it 
was dismantled, cleaned, 
resealed and tested under oil pressure. All main bearings were measured 
readjusted and checked by Rolls-Royce pressure treatment. New con rod 
bearings made to shaft size, little ends, piston pins and rods coupled 
up and aligned. The oil pump was dismantled, rebushed, built up, machined 
and tested. Vibration damper had all surfaces machined, new discs made 
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throughout, coupled up and tested under Rolls-Royce specifications and 
finally tested on a spinning jig. 


To find out the true size of a PI engine, try degreasing the inside 
of one some time. However, special degreasing fluids help considerably. 
The top of the crankcase had to be machined for true seating, new mani- 
fold studs manufactured, new timing gear bearings fitted. Engine oil- 
ways and lines were tested, cleared and repaired where necessary. 


On dismanting the overhead rocker gear it was found that a previous 
owner had used (we think) a crow bar, when attempting to make adjustments. 
As a parts manual was not readily available an adjusting screw and bush 
were photographed and the photo sent to Rolls-Royce in England. Ten 
days after writing the twelve bushes and twelve adjusting screws were in 
Australia. The carburetter was dismantled, cleaned, highly polished, 
rebuilt and replaced; this also applied to the distributor and govenor 
controls. Rewiring was carried out where necessary and the magneto was 
completely rebuilt as several parts were missing. 


The gearbox, differential and universals were inspected and found 
to be in good condition. Finally the shock absorbers were rebuilt and 
adjusted and the autovac completely checked and resealed. After the 
engine was assembled, tested and finally road tested, my wife and I drove 
the 600 mile round trip to Wagga for the Federal Rally in June, 1963. 


After Melbourne had finally dispensed with winter, I had the body 
checked, doors rehung and the body painted a fairly eye-catching citrus 
yellow. The bonnet has been left in its polished, aluminium state. 


After all this work and some two thousand miles on the clock, I am 
happy to report I am a very proud owner of one of the Rolls-Royce Marque. 
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There is, of course, no end to restoration and I am looking forward 
to weedling various bits and pieces from club members, for instance a 
"Divers Helmet" tail light and connections! 


Kids bayicock. 


IS IT "THE BEST CAR IN THE WORLD?" 


Many of us, from time to time, have been asked about the Rolls-Royce 
Company's slogan’ The Best Car In The World" and if we feel it's true. 


It was Claude Johnson who made the proud claim of "The Best Car In 
The World", many years ago. A comparison with other pre-1914 cars shows 
the Rolls-Royce to be outstanding in almost every way, but is it still 
the best? 


Today, the cost of buying and running a Rolls-Royce is almost as 
high as for a light aircraft. Many people feel that technically, the 
Mercedes Benz 600 or even the American Cadillac is on a par, as the best 
car in the world. 


The Rolls-Royce Company were the first people to make brake servos, 
power steering, automatic transmission and cartspring suspension work 
properly on British cars. But their basic design philosophy is the 
refinement of convention until it works much better than other people's 
supposedly more advanced unorthodoxy. As a result, we know the Rolls- 
Royce car can cost anything from £5,500 stg. to £10,000 depending on 
the coachwork and this vehicle still has drum brakes and a traditional, 
non~independent rear suspension. 


As we all realise —- quality in a car is a matter of construction. 
The best design in the world is useless if the parts are not properly 
assembled. Let's have a look at the assembly of a Rolls-Royce vehicle 
of today. 


They're assembled at Crewe, where the Rolls-Royce Silver Cloud and 
Bentley "S" cars are built on a very modest series production line, at 
a rate of about 35 per week. Here, quality and fanatical attention to 
assembly details, are the over-riding considerations. 


There is no need for notices for the men on the Assembly line to 
remember that quality sells the product, as you see on some of the 
G.M.H. Assembly lines. The men working for Rolls-Royce are steeped in 
a tradition which has never known, or accepted, any other doctrine. 


It takes 8/10 weeks to build a Rolls-Royce - of those, three, or 
even four weeks, can be spent on inspections, re-adjustments and re- 
inspections, alone. The Rolls-Royce Company say that no car will leave 
the factory until three separate Departments consider it perfect. This 
attention to detail, with the time factor virtually ignored, is evident 
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throughout assembly and is the secret of Rolls-Royce construction. 


The assembly starts with the construction of the chassis and arrival 
of the body shell from the Pressed Steel Company. This goes through 
eight stages of preparation, before it is painted with two coats of sur- 
facer and sprayed with ten coats. The painting process alone takes three 
weeks. 


As far as woodwork is concerned, Rolls-Royce themselves select the 
walnut logs for the veneer of the facia, door capping and folding tables, 
and all the veneer in one car, comes from one log. Rolls-Royce assemble 
their own shock absorbers - each is tested individually and each pair 
is a match to its car. Also pairs of semi-elliptic springs for the car 
suspension are matched, so that each is of the same strength. The pro- 
peller shaft is precisely balanced and it takes several days to con- 
struct each car's Hallmark, the traditional Radiator shell of stainless 
steel. 


A history of the car is kept right from the start of the car's 
assembly, which records the Serial No. and details of each key part. 
This book is retained at the factory so that Rolls-Royce have a perm- 
anent record of every car's pedigree, no matter to what country the 
car might be delivered. 


Each car runs the equivalent of forty miles on rollers. Then comes 
a road test - 150 miles. The car usually spends one week being tested in 
the Mechanical Department, but it can be anything up to a month. 


Coachwork finishing takes at least another week. Each car goes 
through a very complicated inspection under fluorescent lighting, then 
in the dark with a hand lamp. As we all know, different paint work flaws 
show up under different kinds of lighting. By the time the car leaves 
the coachwork specialist, it has had virtually a complete re-spray, a 
succession of inspections and seven separate polishings with three grades 
of polish. 


The car finally ends up at Quality Control and if they are not sat- 
isfied, back it goes and the whole process starts over again. 


The competitors of Rolls-Royce over the years, have stated that the 
Company shows a "haughty nose" at progress in mechanical design. I 
believe they simply make haste very much more slowly than other manuf- 
acturers, never introducing anything that might have the slightest adverse 
affect on passenger comfort. 


Many other car manufacturers say that Rolls-Royce are behind because 
they don't have disc brakes. It has been stated in one Rolls-Royce pub- 
lication that the Company have been working on disc brakes for ten years 
but cannot get the stopping power and pad life they want without running 
the risk of brake squeal. 
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They have been experimenting with independent rear suspension lay- 
outs for eight years but Rolls-Royce have found that the unit would have 
to be bolted through rubber on to the car's main structure, which would 
result in spongy location and a wholly unacceptable transmission of road 
and axle noise and transmission jerks. 


A lot is said about the quietness of a Rolls-Royce car - one reason 
why the engine noise is so low, even at 115 m.p.h., is that the engine 
is turning over at below 4,000 R.P.M. This too, means long engine life. 
The Rolls-Royce Company are forever looking into the opposition's methods 
and have recently acquired a Mercedes 600 to take to pieces and analyse, 
the same way that Mercedes have recently dissected the Phantom Vv. 


A statement made by the Managing Director of the Rolls-Royce Motor 
Car Division - Dr. F. Llewellyn-Smith, - sums up the answer. 


"We shall go on selling the best car we know how to 
build - We shall go on doing things better than the 
others." 
To be convinced, and it is the only way to appreciate the qualities 
of a Rolls-Royce, one must drive the car and have driven one; I feel 


the answer is the living definition of smooth, silent and superb motoring. 


David Jones. 


DON'T FORGET THE HAMMER AND CHISEL: 


‘Funny noises' of unknown origin have terrified the 
motorist from the very beginning. Mr. Rolls's hair- 
raising inventory dates from 1902. 


REGULAR 


If an unusual but regular puffing noise (external) is heard, which 
keeps time with the engine without apparently affecting its running, it is 
clear that an exhaust joint has given out somewhere between the exhaust 
valve and silencer. If the rupture is near the engine, the exhaust gases 
may slightly interfere with the burners and the mixture, but otherwise no 
harm will be done to the motor, though the noise may frighten passing 
horses considerably. 


A regular but unusual tapping coming from the engine indicates:- 


ae Something loose or broken. 
Dike Too much advance in ignition, or 
Bis Engine about to seize through over-heating. 
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If a squeak is heard anywhere instant attention should be paid to it, 
otherwise much harm may be done. A slight squeak is often very difficult 
to locate, and turns out sometimes to be perfectly harmless: a squeak 
has been traced to the rubbing of the bonnet against something inside it, 
to the shaking of the radiator, vibration of lamps, and suchlike causes, 
which, though trivial when found, are sources of anxiety to a careful 
motorist. 


I have had a distinct whistling sound produced by rapid suction of air 
through a brass tap at each revolution of the engine. This took a long 
time to discover. A slight leak of compression will also sometimes pro- 
duce a squeak at each explosion. 


IRREGULAR 


Popping noises in the carburettor or induction pipes. These are 
minute and harmless explosions caused by:- 


Tis Induction valves opening too much, or 
Ones Sticking, or 

Se Their springs being too weak. 

4. Cold ignition tubes. 

5a Retarding the ignition too much, or 
6. Bad carburation. 


Bursting noises (irregular) coming from engine. 


Is These indicate: Burst joint at valve cover, sparking plug, 
or ignition tube. Spare washers specially made must always 
be carried to rectify these. 


Dx A platinum tube may have burst. Spare ones should always 
be carried. 


What to do if ignition tubes burst and you have no spare one: If 
you have no spare one, the hole of the old one should be closed up as 
much as possible with a small hammer, then replace the tube with the 
hole in such a position as not to blow out the burner or its neighbour. 
If you can keep the burners alight progress can thus be made. Failing 
this, the faulty tube or the hole leading to it must be blocked up, and 
the car run home on the remaining cylinder or cylinders. 


Be Loud report in exhaust. This is due to several unexploded 
charges having collected in the silencer, and being ignited 
by the incandescent products of the next fired charge; switch- 
ing the electric ignition off and on will often produce this, 
so may a sudden retarding of ignition, or a semi-cold plat- 
inum tube. 


There is no danger in these explosions - startling as they seem - 
beyond the risk of splitting the exhaust box or pipe. 


From R.R. News 337 c.S. Rolls 
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THE SILVER GHOST 
MODIFICATIONS AND IDENTIFICATION 
(Copyright) 


The six cylinder 40/50 hp Rolls-Royce was introduced at the Paris 
and Olympia Motor Shows in 1906 and continued in general production in 
England until 1925 and in America until 1926. Furthermore a number of 
War Office chassis were still being made in England in 1927. The Rolls- 
Royce Company in their modesty assessed this period as nineteen years and 
allowed Henry Ford's Model T to claim the World record of twenty years 
for the longest period of production. 


Between 1906 and 1925 there were many changes and modifications. 
They can be verified from the seven Silver Ghost Parts Books published 
periodically from 1909 to 1925, or from the sales catalogues, some of 
which are reprinted in "Rolls-Royce the Living Legend". It would require 
a book of many pages to enumerate all the modifications to small parts. 
The more important modifications are described in the following para- 
graphs. 


BATTERY IGNITION 


From 1906 to 1915 a trembler coil of Rolls-Royce design was used. 
With series P (1919) the modern (non-tremblef) coil was employed, with 
a ballast resistance. A condenser was fitted inside the make-and-break 
cover of the distributor and the angle of the rotor was altered slightly. 


Before 1911 the distributor included a circular rotor which made 
contact with the six carbon brushes in the contact ring. The distributor 
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was modified in series 1600 (1911) and had an oblong rotor and six adjust- 
able platinum points instead of the carbon brushes. During R to U series 
(1923-25) a change was made to the modern type of distributor with a 
moulded bakelite cover. 


BRAKES 


Originally the hand lever operated internal expanding brakes on the 
rear wheels, the drums being about 12" in diameter with holes drilled 
through the friction surface to permit the regular washing out with para- 
ffin (kerosene) of the metallic dust from the cast iron linings. An 
emergency footbrake operated external contracting shoes on the trans- 
mission brake drum situated at the rear of the gearbox. With Series A 
(1913) the transmission brake was abandoned in favour of 18" diameter 
rear wheel brakes with finned drums concentric with the smallér hand 
brake drums. These brakes sufficed until 1923 when servo operated four 
wheel brakes were introduced during R series. Some earlier models were 
converted by the Company to f.w.b. at a cost of about £250 which included 
the modified gearbox cum servo. 


CARBURETTER 


The 1906 single jet carburetters are described in "The Flying Lady" 
at P.704. There were several early changes including the introduction 
of twin jets (see P.40 of Quarterly Magazine). Until 1909 the air valve 
chamber was secured to the carburetter body by two screws and the air 
valve chamber was secured to the carburetter body by two screws and the 
air valve cover was held on in the same way. From series 1100 (1909) 
both these joints were threaded in order to avoid distortion. For the 
London-to-Edinburgh Model in 1911 the throttle valve assembly was incr- 
eased in diameter from 3%" to 44" and there were several other changes 
which require to be checked carefully if parts are exchanged. All the 
early carburetters, including the larger L-to-E model, were joined to 
the induction manifold by a flange with four bolts. From series D (1914) 
a threaded union was used in place of the four bolt flange and the 
large throttle and other modifications became standard. Excluding the 
earliest carburetters (e.g.551) the throttle body was water jacketed 
but during series R to U (1923-25) it was heated by exhaust gas. (R to 
U series parts book unfortunately does not state the series in which 
any changes were made). 


CARBURETTER MIXTURE CONTROL 

Originally this device mounted on the dash consisted of an oper- 
ating handle, quadrant plate, and a long vertical spindle. With series 
1400 (1910)the mixture control was moved to the top of the steering 
column. 


CARBURETTER STARTING 


In 1919 with Series J a priming device on the induction manifold 
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replaced the earlier priming cup. The device was operated by a lever and 
remote control rod from the dash and drew petrol from the float chamber. 
During series P (1921) a more elaborate starting carburetter replaced the 
priming device. 


1913 Silver Ghost No 2297 Barker Landaulet 
CHASSIS FRAME 


From the somewhat slender proportions of the 1906 chassis frame, 
which continued in the same horizontal line to the rear end, the pro- 
cess was one of gradual strengthening and development. By 1909 the 
chassis had been stepped up some 4" in height over the rear axle and by 
series 1700 (1911) massive tubular cross members replaced the channel 
section. 


From series 2600 the front cross tube was increased in diameter from 
1 7/8" to 2 3/8" and at the same time the headlamp brackets, previously 
held in tapered eyes in front of the cross member, were now inserted 
through the tube. 


In 1913 with series A a system of tie rods, fixed underneath the 
chassis to a number of Kingposts, added further strength. Some earlier 
examples have been seen, but tie rods are not listed in the previous 
parts books. 


CHASSIS LUBRICATION 


During series P (1921) a change was made from the hexagonal ROTHERAM 
lubricators to oil gun lubricators. 
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CHASSIS NUMBERS (A complete list of Chassis Series appears at the end 
of this Article) 


In the absence of the chassis number plate which was originally 
fixed to the trembler coil cover (not used after 1915) or to the dash, 
the chassis number may be found by diligent searching in one or more of 
the following places:- 


(a) on one front dumb iron (early models) 

(b) on the front "bridge" of the gear box 

(Gs) on the crank case ledge under the carburetter 

(d) on the cross tube in front of the gear box 

(e) on the shaft between gear lever and box 

(f£) beneath pedal footplate 

(g) on each of the diagonal tubes between the universal 
joint and chassis 

(h) on lower edge of dash 

(i) on the inside face of the bonnet hinge (later models) 


CYLINDER BLOCKS 


From 1906 to 1910 the blocks each had a single water outlet pipe 
on top and the twelve sparking plugs were in line in the valve cover 
plugs. From series 1400 (1910) there were two water outlet pipes per 
block, different water jacket covers, and many other minor modifications, 
the blocks being tapped for six sparking plugs in the intermediate por- 
tions. The valve guide holes are about 4" further from the centre of 
the bore. Blocks are thus not interchangeable with the earlier engines 
because the valves will not be in line with the tappets. 


ENGINE 


The bore and stroke were originally 44" x 44" and the capacity was 
7.036 litres. In about 1909 the stroke was increased to 4%" giving a 
capacity of 7.428 litres. The records of Rolls-Royce Ltd. state that 
the change took place with series 1100, but as the long stroke crank~ 
shaft U.1748 was listed in the earliest parts book of 1909, it appears 
likely that the change was made somewhat earlier. 


ENGINE COUPLING 


This double universal joint connecting the drive shafts between 
the clutch and gearbox, consisted of a cage at each end, housing the 
cardan blocks and driving pins, and in the centre a distance piece to 
which the two cages were bolted. From series 2100 to series A in 1913 
a fraction-damped spring coupling was substituted but it proved to be 
unsatisfactory and was omitted in later models. When the spring type 
gave trouble it was replaced by the standard type of coupling. 


There were minor modifications in the shape and size of the coup- 
lings and from series B in 1913 an adjustable bracket was inserted in 
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the distance piece, to take up the end float. 


Wear and lack of lubrication over many years result in alarming 
vibration and rattles from the engine coupling. These can be remedied 
partly by fitting new or built up pins and blocks and partly by the 
fitting of springs to prevent end float and also springs inside the car- 
dan blocks to reduce the radial movement. Such modifications were widely 
used in USA and are described in "The Flying Lady" pp 190 and 196. 


ENGINE NUMBERS 


These were stamped on the engine mountings on each side of the 
motor and they first appeared in about 1911. From 1911-1915 the number 
was usually followed by one letter but no particular sequence appears in 
the lettering. In 1919 the chassis number letters appeared in some en- 
gine numbers but soon a definite system emerged - a letter followed by 
a number, the letter representing the Derby chassis series from J to U. 
The identification of the series from the engine number becomes of 
importance in following the various chassis modifications. Other 
letters such as H, L or Z are sometimes stamped with the engine number, 
but their significance does not appear (except when L is on the left 
hand side only). 


bee ba hee eB. 
$i 5 


LRDSAE ESP 


S.E. Sears 1914 Alpine Eagle Chassis No 17 RB Coachwork by 
Portholme Ex James Radley (Thomas - Photos Oxford) 


EXHAUST SYSTEM 


From 1906 to 1925 the same general exhaust layout was used to main- 


tain the R-R principle of silence - twin exhaust boxes and a front and 
rear silencer. 


Until 1909 the rear manifold included a pipe union for petrol tank 
pressurisation. Before 1913 the rear silencer, of which there were two 
sizes depending on chassis length, had a "fish tail" outlet. From series 
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A in 1913 a tail pipe replaced the "fish tail" and was curved up and over 
the rear axle. 


There were two down pipes from the exhaust boxes until during the 
R-U series (1923-25) the rear down pipe was eliminated and the exhaust 
boxes redesigned. This occurred on the introduction of four wheel 
brakes when the magneto was moved back to make room for the generator, 
both being driven in tandem. 


An exhaust cut-out previously available as an extra (judging by 
illustrations) was fitted to the intermediate pipe from series A (1913) 
onwards. 


FRONT AXLE 
— y 

Before 1909 the front axle was bent downwards in the centre and 
the end portions between spring and pivot pin were curved. With series 
1100 (1909) the central portion was straightened and the ends were angled 
rather than curved. Between 1909 and 1923, the front axle underwent 
many minor modifications but the general appearance remained unchanged, 
until finally four wheel brakes were introduced with major changes. 


FUEL DELIVERY 


The petrol tank was originally under the front seat. Delivery to 
the carburetter was by gravitation, assisted by pressurisation from a 
hand pump and exhaust gas pressure from the manifold through a regulator 
device with wire gauze filters. 


With series 1100 (1909) the tank was moved to the rear of the chassis, 
the exhaust gas system was discontinued and a mechanical air pump was 
mounted vertically on the near side front quarter of the gear box. This 
was a delicately designed compressor working from an eccentric on a shaft 
driven from the gearbox. A connecting rod, steel piston, brass cylinder, 
an inlet poppet valve and a brass delivery valve, all of minute propor- 
tions, delivered air at 8 lbs per square inch or more, and the pressure 
was then reduced to 2 lbs by a relief valve bolted to the chassis. 


Series J (1919) introduced a redesigned air pump which was installed 
horizontally on the front of the governor casing and driven by an eccen- 
tric on the distributor shaft. A built-in pressure regulator maintained 
pressure at 2-34 lbs more efficiently than the previous relief valve. 

The air pressure system was finally replaced by the Autovac vacuum tank 
during the R-U series (1923-25). 


GEARBOX 


From an examination of the gearbox one can tell to within a year or 
two, when the Silver Ghost was manufactured. 


Until 1908 the Silver Ghosts and earlier models were manufactured 
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at Cooke Street Manchester. The circular inspection cover for the gear- 
box was accordingly inscribed "ROLLS-ROYCE MAKERS LONDON & MANCHESTER". 
When production commenced at the new factory in 1908, "DERBY" was sub- 
stituted for "MANCHESTER". At this stage it was a four speed gearbox 
with direct drive in third, and the fourth gear was the overdrive or 
“sprinting gear". Before engaging reverse it was necessary to push the 
gear lever through the first gear position, which was not unusual in 
veteran days. The quadrant positions were:- 


Nr Ww 


3 
4 
From series 1100 (1909) to series B (1914) inclusive the three speed 
gearbox was used, the quadrant positions being:- 
R 2 
FS 
The mechanical air pressure pump was installed on the near side 
front of the gearbox commencing with series 1100. With all three speed 
gearboxes the inspection covers were oblong in shape with the corners 
rounded, and were flat in appearance except for the raised lettering 
"LONDON ROLLS-ROYCE DERBY". From series 1100 to 1600 (1909-1911) the 
reverse pinion cover on top of the gearbox had a curved surface. From 
series 1700 (191)) the reverse pinion cover was rectangular in shape, 


with the front edge cut at 45 - like a cheese dish cover - and this 
applied to all later 3 speed boxes. 


Silver Ghost at Derby. Canmea, gi 


Commencing with series 2400 (1913), and somewhat earlier with the 
Continental models for the Austrian Alpine Trial of 1913, a four speed 
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gearbox was introduced and for a short time both three and four speeds 
were available. The reverse pinion cover was eliminated and the air 

pump was continued in the same position. Between series 2400 (1913) and 
series D (1914) the inspection cover was of similar oblong shape and flat 
appearance with the raised inscription "ROLLS-ROYCE", and from series E 
(1914) the inspection cover had a slightly curved surface. The 1913-25 
quadrant positions were:- 


Ros 
24 
From series J (1919) the four speed gearbox continued but now in- 


corporated the starter motor fittings in place of the air pump. The 
inspection cover continued as in 1914. 


The only other external change was on the introduction of the gear- 
box driven servo motor for four wheel brakes during the R-U series 
(1923-25), when the top side of the inspection cover was extended into 
an irregular shape. 


Throughout the whole Silver Ghost production, straight cut gears 
were used, with many changes of design, except that from series H (1915) 
onwards the constant mesh pinion and gear wheel were helical for greater 
silence. 


MAGNETO TYPES 


1909 Catalogue Symms Bosch 
Chassis 1100 to 2050 Bosch D6 
Chassis 2051 to 2699 Bosch ZR6 
Series A to H Watford C6 
Series J to part of Series P Watford E6 
Part of Series P to Series U Watford EO6 


PISTONS & CONNECTING RODS 


The changes in these components were many and various. The main 
modifications, some of which prevent the exchanging of parts between 
series, are:- 


(a) Reduction in big end bearing length during series 
1600 (1911). 

(b) Increase of gudgeon pin diameter in series F (1914). 

) Reduction in length of small end bearing in series H 
(ESS) 

(d) Length of connecting rod was reduced in series J (1919) 
and gudgeon pin was correspondingly lower in piston. 

(e) Aluminium pistons were introduced for the special L-to-E 


models used in the Austrian Alpine Trial in 1914 re- 
placing the cast iron pistons, and later became stand- 
Ebesl paisay SHES 
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RADIATOR 


The earliest radiator cores of vertical finned tubes were several 
inches less than the 20" high core which applied from 1909 to 1925: 
it will be noted that the veteran radiators are 6" in depth at the top 
tank and those made after 1919 were only 5". Colonial and Alpine Eagle 
models had a core 22" in height with the capacity of twelve gallons for 
the whole cooling system. 


REAR AXLE RATIOS 


Year Source of Series Bevel Pinion Type Ratio 
Information Wheel Teeth 
Teeth 
1907 Catalogue (a) 500 Qiong) 65) 22 Straight PD otsysy8 al 


cut bevel 


(short) 65 26 (b) Dey BAL 
1909 Parts Book QS 22) m Qe OS 2aL 
1909-12 . : 1100-1800 (low) Ciba 22 7 De SNsn lb 
(high) 65 24 "i 2 eeilalieeall 
INA M; . 1900-2000 By) Alf} " DESIG AL 
1912-15 z a 2100-H (low) 525) Oo: . ocd 
(high) 52 17 is 3.06:1 
1919-21 ‘3 J-O 527) alc Gleason Bee oa 
Spiral 
Bevel 
1921-25 " Me O-U (low) SOR elas 1c) . Sre/pleeal) 
(haigh), 5259455) W 3.47:1 


(a) The Catalogue does not state the number of teeth in the 
Bevel wheel. The ratio is therefore an assumption, but 
it corresponds approximately with the speed given for 
the four gears - 12,20,35,43 (long) and 14.5, 24.5, 

41.5, 55.5 (short) m.p.h. respectively. The calculated 
overdrive ratios are .81:1 (long) and .75:1 (short) 
giving an overall ratio in 4th gear of 2.40:1 and 1.91:1. 


(b) A 26 Tooth pinion is also mentioned in 1100-1300 parts 
book. 
(c) Note in parts book - "for chassis of 50 cwt gross weight 


and over". 
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SHOCK ABSORBERS 
Peugeot type friction shock absorbers at front and rear were intro- 


duced with series 1100 (1909) according to the parts catalogues. 


The rear shock absorbers were discontinued after series 2300 (1913) 
and HARTFORD friction shock absorbers were introduced with series P (1921). 


1912 Silver Ghost Landaulet 


SPRINGS 


Semi-elliptics plus a transverse platform spring comprised the rear 
suspension in 1906-7. Before Adrian Garrett's No. 588 was delivered, a 
change was made to three quarter elliptics and this method was used until 
series 2100 (1913) when cantilever springs were introduced. Cantilevers 
had previously been successfully tried on the London-to-Edinburgh model 
of 1911 and the subsequent replica chassis. On the first half dozen or 
so the cantilever was underslung and we have one example in Australia, 
Val Stock's No. 1826E, soon to be restored. 


The same type of front spring was retained throughout the production 
period, but on the introduction of front wheel brakes in 1923 the moving 
shackle was placed at the front end. Evidently Sir Henry decided that 
this was the best position so that the rear of the spring would be rigid 
to take the braking torque at a stronger part of the chassis. The same 
system was maintained on all models until i.f.s. was introduced in 1936, 
although other manufacturers disagreed. 


STARTER MOTOR 


Before 1919 electric starters were not supplied on production mod- 
els although in Australia the heavy duty BOSCH 12/12 was often installed 
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on the left hand side of the chassis engaging a ring gear on the fly- 
wheel. One example is also known of a special lower crank case supplied 
by R-R Ltd. in about 1920 for an earlier model; grafted into the right 
hand rear corner of the sump is a starter motor with Bendix gear. 


With the first post war S.G's in 1919 an electric starter was pro- 
vided. This drove a shaft in the gearbox by means of sprocket and chain, 
the jaw clutch being engaged at the same time by means of an electro- 
magnetic device. 


STARTING HANDLE BRACKET 


The space between the front cross tube and the starting handle is 
of course taken up by the bracket. Whenever the height of the crank- 
shaft was changed, the height of the starting handle bracket changed 
also. Thus the size of the brackets was reduced year by year from 1909 
(4 5/16") until finally with series B (1914) the starting handle was 
hard up against the cross tube. 


STEERING 


In the 1909 parts catalogue provision is made for 'A' and ‘C' type 
steering, but in all later catalogues four types appear - "A", "B", "Cc" 
and "D" the angle of elevation of the steering column varying, "A" being 
the shortest and most upright. This necessitated four various lengths 
of steering columns and control tubes, the difference between "A" and 
"D" being 4 1/8". There were also corresponding variations in the length 
and shape of pedals and the gear and hand brake levers, too numerous to 
describe. 


The stationery tube for "A" and "B" type steering was secured to 
the dash by a small bracket. Commencing with series 1700 (1911) the 
stationery tube for "C" and "D" types was secured by a supporting tube 
at right angles, the top being bolted to the dash and the bottom end to 
the chassis cross member. 


The letters "A", "B", "C" or "D" may be found stamped across the 
join at the top of the aluminium steering box. 


THERMOSTAT 


A large thermostat was installed in the front water outlet in series 
O (1921) with consequent alterations to the water pipes, the pipe to the 
radiator becoming almost horizontal. The thermostat was not supplied on 
chassis shipped to U.S.A. according to the parts book. 


TRANSMISSION 


From 1906 the drive was taken by open tail shaft from the spherical 
universal joint to the straight cut crown wheel and pinion differentials, 
the hcusing of which was slender but beautifully made with "Rolls-Royce" 
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in large letters on the flat side of the crown wheel cover. Two radius 
rods held the rear axle in position and the torque was taken by a large 
torque arm fixed to the chassis amidships with an adjustable spring 
loaded coupling. With series 1700 (1911) when no doubt the housing 

of the transmission - strong by comparison with lesser breeds - had 
failed on the bumping test machine, Sir Henry introduced the enormously 
strong torque tube and differential housing of massive proportions held 
together by countless bolts. This prevailed right through the P I era 
until it was superseded by the "Hotchkiss drive" open tail shaft on the 
PE ine bor 


VIBRATION DAMPER AND TIMING GEARS / 


With series 1200 (1910), a spring drive device was installed 
between crankshaft and timing gears and then during series 1500 (1911) 
the crankshaft vibration damper was introduced. The twin friction fly- 
wheels were 13 5/8" in diameter with 20 springs to provide tension for 
the friction surfaces. At this stage the engine wheel case (timing 
case) was redesigned to house the damper and its circular contours are 
unmistakable. Some earlier chassis were subsequently returned to the 
Company and fitted with vibration dampers outside the timing case; two 
such chassis have been located in Australia. 


From series J (1919) the flywheels were reduced to 11" in diameter 
with 10 springs (later 20 springs again) although the timing case rem- 
ained unaltered until Series 0 (1921). 


The timing gears were straight cut until series 2300 (1913) when 
a change was made to helical gears. 


S.E. Sears 1912 Silver Ghost. Chassis No 1721. Coachwork by 
Hooper. Ex Lord Wavertree. (Thomas - Photos - Oxford). 
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WHEELBASE 


The advertised wheelbase in 1907 was 136" for the short chassis 
and 143%" for the long. Two lengths in transmission parts are shown in 
parts books up to series 1600 (1911). From 1911 to 1915 parts are only 
shown for the longer chassis although some short chassis (e.g. 2320E) 
are known. In 1919 the advertised wheelbase was 144" with a special 
long chassis of 1504" both of which were available until 1925. 


WHEELS AND HUBS 


Most of the early Silver Ghosts were fitted with wooden artillery 
wheels, ten spokes for the front and fourteen for the rear wheels. By 
1909 895 m/m x 135 m/m was the standard size tyre, but 875 m/m x 105 m/m 
had previously been used for the front and 880 m/m x 120 m/m for the 
rear tyres. 


Wire wheels and SANKEY pressed steel wheels were also supplied and 
many Silver Ghosts up to 1913 were fitted with RUDGE-WHITWORTH wire 
wheels with 4" splines or the later fine splined R-W 100. 


The Dunlop patent wire wheel with Automatic Locking Device was ann- 
ounced in "The Autocar" on 8th July 1911 and was soon supplied on some 
Silver Ghosts. The earliest Dunlop wheels were fitted with small hub 
nuts (P.111 size). 


With series B (1914) Dunlop wire wheels were fitted as standard, 
with the large hub nuts. 


Wooden wheels, although not recommended for dry climates, were still 
available but were changed to 12 spokes, front and rear, from series 2500 
(1913) onwards. 


1912 SG No 1861 - Barker Cabriolet 
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YEAR 


1906-7 


1907-8 
1908-9 
1909 
1909-10 
1910 
1910 
1910-11 
1911 
1911 
1911 


1912 
1912 


1912 
1912 
1912-13 
1913 
1913 
1913 
1913 
1913-14 
1914 
1914 
1914 
1914 
1914 
1914-15 


1914-15 


1919-21 
1919-20 


1920 
1920 
1920 
1920-21 


1921 


1921-22 


1923 
1923-24 
1924 
1925 
1920-27 


1921 
1921-22 
1922 
1922-23 
1993 


1924 


1925 
1925 
1925 
1925-26 
1926 
1926 
NOTE: 
Gi) 
(ii) 


(iii) 


(iv) 


SILVER GHOST SERIES 


CHASSIS NUMBERS SERIES PRINCIPAL MODIFICATIONS 
60539-60592 500 Twin jet carburetter: Throttle valve horizontal: 4% elliptic 
springs: rear of chassis raised. 
60700-60799 700 
919— 999 900 
1000-1015 1000 
1100-1199 1100 3 Speed gearbox: mechanical air pump: 4%" stroke. 
1200-1299 1200 
1300-1399 1300 
1400-1499 1400 New Cyl. blocks with 2 outlet pipes. 
1500-1599 1500 Vibration damper. 
1600-1699 1600 Platinum points in distributor. 
1700-1799 1700 Torque tube transmission: Tubular cross members: L.E. Model 
with large carb and cantilever springs. 
1800-1899 1800 
1900-1999 1900 
2000-2099 2000 
2100-2199 2100 Cantilever springs. 
2200-2299 2200 
2300-2399 2300 Helical timing gears. 
2400-2499 2400 4 Speed gearbox introduced. 
2500-2599 2500 
2600-2699 2600 Front cross tube 2 3/8" diameter. 
1-20CA2-59NA:1+31M A Chassis tie rods: Double rear wheel brakes. 


32-56MA:1-67AB:1-25EB 
26-60EB:1-68RB:1-4PB 
5-65PB:1-62YB 


B 

Ke] 3 Speed gearbox discontinued. 

D 
63-66YB:1-67UB:1-23LB E 

F 

G 


Large carburetter with threaded union. 


24-68LB: 1-49GB:1-29TB 

30-37TB: 55TB:1-32BD 

1-32AD:1-34ED:1-21RD 

22-35RD: 1-37CB:1-32PD: H 

1-28AC 

1-16X(show models only) - 

1-36PP: 1-48LW: 1-81TW: Air pump on governor casing: Electric starter: 5%" rad- 
1-102cw iator: Priming device. 
1-121FW:1-165BwW K 

1-141AE:1-141EE L 

1-81RE: 1-81PE: 1-81YE M 

1-81UE:1-81LE:1-81GE N 

1-81TE:1-107CE 


a 


1-123NE:1-182AG:1-198LG ° Thermostat (not supplied to USA) 
1-213MG:1-76JG 
1-97UG: 1-918G:1-94TG P Priming device replaced by starting carb. 


1-43KG: 1-44PG:1-43RG 
1-81YG:1-812G6:1-102HG 


1-100LK: 1-1 00NK: 1-63PK R ) 4 Wheel brakes: one down pipe. 

1-135EM: 1-71LM:1-103RM s) Generator ahead of Magneto. 
1-141AU:1-103T™ Te) Moulded bakelite H.T. Distributor. 
1-126EU uv) 

1-279 wo (War Office) = 

SPRINGFIELD USA CHASSIS 

CE,NE,AG,LG,MG, JG) Numbers 

uG )drawn at 

SG,TG, BG ) random. 

276-400 KG 

391-425xXH: 326-450HH: 

51-1753H 

176-300KF: 301-400LF: 6. Volt system from 201 KF. 

401-450MF 

$51-100LK 

$101-200MK:S201-300PK LH Drive: 3 speeds: double battery ign. 
$301-400RK:S401-408FK 

$109-225ML 

§226-325PL 

$326-403RL R-R Tubular Bumpers: Vertical shutters. 


The figures 60 were also used on some of 900 series e.g. 60922. 
“Commencing C series No. 13 chassis will not be used". 


For U.K. Silver Ghosts from 1920 the series may be identified by the engine number prefix. The 
diviaion into series from J to U is an approximate guide only. The series overlapped and R-R 
Ltd. have no complete list. 


Springfield Silver Ghosta used the figures 20,21,22 and 23 as their engine number prefix. 


F.M. Robinson 
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Two photographs from R-R Bulletin, March 1329 


Above: H.H. King Feisul of Irag arriving at Parliament House to open the 
Parliamentary Sessions in his Phantom I (or is it a Silver Ghost?) 


Below: Phantom I (or is it a Silver Ghost?) at Pevensey Castle. 


B52 


